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The Role of Transport Infrastructure in Facilitating the Survival and Growth 
of Micro Enterprises in Developing Economies 
 
 
Abstract 
Transport and logistics are essential to effective business. Very little is currently known 
about the impact of improved transport on micro-enterprises in developing economies and 
whether improvements in this area would assist the very poor. This paper looks at the 
obstacles of an inefficient transport facilitation system and the high costs incurred by 22 
survival micro-entrepreneurs funded by the same local NGO and operating in diverse 
industry sectors in a peri-urban context in Mozambique. Six case studies are selected to 
illustrate the most common constraints they face. The perspectives of the micro-business 
owners are confronted with those of government officials and community leaders for two 
reasons: to identify any mismatch and to discuss possible solutions. Significant 
discrepancies are detected between government agenda and needs of the population, 
while community-based entrepreneurship (CBE) is discussed as a possible collective 
strategy in dealing with the problem. 
 
Introduction 
For millions of people in developing countries, entrepreneurship is seen as one way that 
an individual can move out of extreme poverty. These survival entrepreneurs (Rogerson 
1996), however, face a myriad of constraints that diminish their opportunities to develop 
into growing micro enterprises. Access to finance and business knowledge are the two 
aspects to often receive greater attention in the literature, but also other factors, including 
trade and transport facilitation systems, have been acknowledged as critical for 
developing countries in creating market efficiencies (Devlin & Yee 2005). This prior 
literature however has focused on more macro logistic issues for regional development 
and the needs of highly productive firms that are dependent on infrastructure as they sell 
on larger markets. Yet we still do not fully understand the implications of transport 
constraints on the immense number of micro enterprises that exist within developing 
countries, in particular Africa. 
Businesses operating in diverse industry sectors can be negatively affected by poor 
transport in two ways primarily: input supplying and consumer markets. Apart from the 
obvious consequences of having only a limited number of available routes not regularly 
serviced by inadequate means of transport, the subsequent failure by the entrepreneur of 
increasing frequency and/or volume of purchases hinders suppliers’ relations, which in 
turn impedes a reduction in unit costs that would otherwise render goods affordable for 
the more distant clients (Goedhuys & Sleuwaegen 2010).  
This paper evaluates the impact of distribution and logistics constraints on the 
preservation and growth of survival micro enterprises in a peri-urban African area, 
specifically taking a closer look at the effects of a lack of public transport, a limited 
infrastructure network, and poor road conditions. Once the implications of poor transport 
and related prohibitive costs for survival micro-entrepreneurs are identified at an 
individual level, the focus of the paper shifts towards an investigation of discrepancies 
that exist between the government agenda and the needs of the population. Finally, by 
bringing in also the perspective of community leaders the study concludes with an 
assessment of the collective strategies proposed by the community to deal with this lack 
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of infrastructure, and tries to link recommendations and actions to existing theories. One 
promising theory that emerges from observing how members of the community are 
planning to act corporately to resolve local transport challenges is community-based 
entrepreneurship (Peredo & Chrisman 2006). In this instance, the intention is to establish 
a community operated transport business capable of easing the challenges of its members. 
 
Background Literature 
Nearly 25 percent of the world population, 1.7 billion, live in severe poverty. Countries in 
Sub-Saharan Africa lag considerably behind the rest of the world in terms of achieving 
the MDGs (Millennium Development Goals) by 2015, with more than 50 percent of the 
population, 390 million people living below the internationally accepted poverty line of 
US$1.25 a day (World Bank 2010). In these regions, where extreme poverty is coupled 
with a very large deficit in decent work, research suggests that entrepreneurial activity is 
an effective poverty alleviation strategy (Acs & Virgill 2010) despite some studies 
showing a low success rate among micro-entrepreneurs and an apparent inability to grow 
(Bloom et al. 2010; Roy & Wheeler 2006). 
Given the abundance of evidence supporting the fact that small and micro enterprises play 
a significant part in most economies (Mayrhofer & Hendriks 2003; Kuratko 2005), micro-
enterprise development programs have been a popular poverty alleviation strategy in 
developing nations since as early as 1947 (McPherson, 1996). In fact, micro-enterprises in 
developing economies fulfil many functions. They provide an income stream for poor 
entrepreneurs and their families; they create employment; they recycle and repair goods 
that might otherwise become waste; they provide cheap food, clothing and transportation 
to poor people, who would otherwise not be able to survive on their wages. 
However most small businesses in developing countries are better classified as ‘survival’ 
micro enterprises (Rogerson 1996), rather than entrepreneurial micro enterprises, given 
that they start off for survival purposes instead of representing a career choice. The 
entrepreneurs running these businesses are for the most part inexperienced, poorly 
educated, without access to funding or training, and lacking opportunities to tap into 
knowledge networks. 
 
The constraints to entrepreneurial development 
Micro-credit and human capital development are the key ingredients to transform 
‘survival entrepreneurs’ into micro-entrepreneurs. However this represents just the first 
step of a process towards inclusive economic growth. The second step is to witness a 
portion of these micro-entrepreneurs develop into successful SMEs that can play a role in 
the formal economy. Several constraints diminish their opportunities to develop into 
growing micro enterprises. 
Nine entrepreneurship framework conditions have been identified by GEM (Global 
Entrepreneurship Monitor) since 1999 to influence a nation’s entrepreneurial 
environment: financial support, national policies, government programs, education and 
training, R&D transfer, access to commercial and professional infrastructure, entry 
regulations, physical infrastructure, social and cultural norms. Their regional importance 
has been assessed yearly by 36 national experts through the National Expert Survey 
(NES), a research tool that differs sharply from the more widely used Adult Population 
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Survey (APS) administered to 2,000 plus individuals randomly sampled from the national 
population. 
Physical infrastructure intended as “ease of access to physical resources – 
communication, utilities, transportation, land or space – at a price that does not 
discriminate against SMEs” consistently ranked over the years as the most important 
framework condition that influence a nation’s entrepreneurial environment (i.e. attitudes, 
activity, and aspirations), according to expert opinion from countries at different phases 
of economic development: factor-driven, efficiency-driven, or innovation-driven 
economies (Porter, 2002).  
The most recent GEM Global Report (2010) found entry regulations, physical 
infrastructure, commercial infrastructure, post-school education, cultural and social norms 
to be the most important conditions that drive entrepreneurship in factor-driven 
economies, where enterprises are mainly involved in primary production and occupy a 
small part of the value chain. 
The reason physical infrastructure ranks second (soon after entry regulations) among the 
subset of factor-driven economies is because three countries from this sub-group, and the 
only ones out of the 53 that participated in the GEM project in 2010, did not report 
physical infrastructure as one of the three most important environmental conditions for 
entrepreneurial activity. These countries where all from Sub-Saharan Africa: Angola, 
Ghana, and Zambia. What’s more, Uganda (which in 2009 did not report physical 
infrastructure to be an important environmental condition) was the only other Sub-
Saharan African country in the study. These results seem to indicate that access to 
physical resources is not considered to be significant by 75% of the countries in Sub-
Saharan Africa, which is inconsistent with other major surveys conducted in the region 
that revealed infrastructure as one of the leading constraints, just behind financing and 
corruption (Bigsten & Soderbom 2006). 
 
Physical infrastructure and transport in Africa 
The weakness of African infrastructure is unquestionable and has important direct and 
indirect human consequences as it contributes to hampering business development and 
internal trade. “Roads laid down by European colonial powers were often cheaply 
constructed, with the prime purpose of transporting raw materials from mines and farm 
regions to the coast for shipping to the mother country. After decades of underinvestment, 
roads are insufficient, mostly unpaved and often impassable in the rainy season” (Ogbor 
2009:174). Although not explicitly included in the MDGs with the important exception of 
water and sanitation, infrastructure development is unquestionably instrumental to 
achieving all of them. 
Trade and transport facilitation systems, have previously been acknowledged by the 
literature as critical for developing countries in creating market efficiencies (Devlin & 
Yee 2005). This prior literature however has focused on more macro logistic issues for 
regional development (Sic 2009) and the needs of highly productive firms that are 
dependent on infrastructure as they sell on larger markets (Bigsten & Soderbom 2006; 
Chowdhury 2007; Damborsky & Wokoun 2010). Yet we still do not fully understand the 
implications of transport constraints (i.e. lack of public transport, a limited infrastructure 
network, and poor road conditions) on the immense number of micro enterprises that exist 
within developing countries (Mason, et al. 2009), in particular Africa. 
Devlin and Yee (2005) measured logistical efficiency in terms of the resources consumed 
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in performing the cycle of activities from order-to-delivery for a product. For a micro-
business, these activities are generally limited to: ordering, loading and unloading, 
transport, and sometimes storage. 
Figure 1 Logistics Activities for Survival Micro-Entrepreneurs 
 
We argue that an inefficient transport facilitation system, characterized by high costs and 
poor quality, negatively affects micro-businesses in many ways as they struggle to 
minimise logistic costs because they are limited in the possible tradeoffs between 
different activities in the logistics chain. In other words, they rarely have the luxury of 
being able to change supplier or shipment size due to limited or no alternatives in the 
mode of transport. 
As a result, input supplying and consumer markets are both negatively affected. Apart 
from the obvious consequences of having only a limited number of available routes not 
regularly serviced by inadequate means of transport, the subsequent failure by an 
entrepreneur in increasing frequency and/or volume of purchases hinders suppliers’ 
relations, which in turn impedes a reduction in unit costs that would otherwise render 
goods affordable for the more distant clients (Goedhuys & Sleuwaegen 2010).  
With regard to presence of a road network in Africa, only 27.6% of the continent’s 2 
million kilometres of roads are paved, falling down to 19% for sub-Saharan Africa. This 
last figure especially is much lower than in other developing regions: 27% in Latin 
America and 43% in South Asia. The density of the rural road network is only 55 
kilometres per square kilometre in Africa, compared to over 800 in India (Collier & 
Gunning 1999). When available, poor maintenance causes the overall quality of road 
networks to quickly deteriorate (Eifert et al. 2005) and carry dramatic consequences for 
safety. In 1999, 10% of global road deaths occurred in sub-Saharan Africa with only 
some 4% of the world’s registered vehicles (Kauffmann 2008).  
Apart from limited and shoddy roads, the other aspect that is negatively affecting road 
transport is costs, which are particularly high throughout Africa, averaging 14% of the 
value of exports compared to 8.6% for all developing countries, and hovering around 50% 
for Africa’s 15 landlocked countries (Kauffmann 2008). Prohibitive transport costs 
represent debilitating constraints for the growth of micro-entrepreneurs in developing 
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countries around the world (Chadha & Chadha 2008; Venables & Limao 1994; Winters & 
Martins 2004), and this is particularly true for African firms which suffer from 
excessively high indirect costs that depress their productivity (Collier & Gunning 1999; 
Eifert et al. 2005). Connected to costs is also the frequency of available transport and, 
generally speaking, the formal public transport is inadequate in developing countries 
(Aworemi et al. 2008).  
As a direct result from this overall situation, firms that have their own transport means for 
delivery show a much higher growth potential in sub-Saharan countries than their 
counterparts (Goedhuys & Sleuwaegen 2010). A more practical consequence of public 
transport being insufficient in meeting the travel needs of the population is the ongoing 
prosperity of informal public transport modes (Roth 1984; Adeniji 1983). 
This research is set to bring greater clarity over the implications of inefficient transport 
facilitation systems for entrepreneurial activity in Sub-Saharan Africa. In particular, we 
focus on survival entrepreneurs, who represent the vast majority of business owners in 
that part of the world. Quantified the impact of distribution and logistics constraints, an 
investigation of implemented and proposed strategies is conducted to assess if informal 
public transport solutions can overcome national challenges. 
 
Possible solutions 
Several alternative approaches have suggested and sometimes implemented in developing 
countries to meet the problem of poor infrastructure. One example is the execution of 
government programs to support the development of SMME (Small Medium and Micro 
Enterprises) within the road construction sector. Rogerson (2000) reports on a number of 
initiatives in Lesotho, Namibia, and Swaziland to support the capacity development of 
small local road construction and maintenance contractors. 
A second solution has been advocated by the Mozambican government as part of its 
‘poverty reduction action plan’ recently approved by the IMF (2011): encouragement of 
labour-intensive public works that will offer temporary low-cost jobs in areas such as 
construction and local infrastructure maintenance. 
Also along the lines of government funded roads work is the use of community-based 
infrastructure procurement for urban services: a people-oriented approach that involves 
the intended beneficiaries in the planning and implementation of micro-projects. This 
scheme revolves around a community contract stipulated between a particular community 
and urban local authorities. Sohail and Baldwin’s (2004) assessment of 800 micro-
contracts in India, Pakistan, and Sri Lanka illustrate a promising picture as the overall 
performance of the community-partnered projects was regarded as comparable to or better 
than the conventional micro-projects. In particular, costs were very close to being on 
target; quality was superior to that envisioned; and duration exceeded the target but was 
still comparable to conventional contracts. On top of that, a number of additional socio-
economic benefits were also linked to community-partnered projects: service provision 
was more relevant to local needs; the number of community labour days injected 
significant money into the local economy; the use of local resources translated into 
community empowerment; positive impact was recorded on entrepreneurship within the 
community and capacity building. 
When considering community driven development (CDD) approaches like the one above 
from a broader perspective, Peredo and Chrisman’s (2006) idea of community-based 
enterprise (CBE) can be reflected on and possibly applied to a number of community 
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challenges, including those related to transport. A CBE is simultaneously both, the 
enterprise and the entrepreneur, acts in pursuit of the common good, and is embedded in 
the local social structure. 
 
Methodology 
To answer questions concerning the implications of a lack of public transport, high costs, 
a limited infrastructure network, and poor road conditions for the preservation and growth 
of survival micro enterprises the researchers investigated the case of Mozambique, a Sub-
Saharan factor-driven economy that has never taken part in the GEM project, but that 
shares strong similarities with countries such as Angola, Ghana, Zambia, and Uganda: 
geographical proximity, road density of 0.05 kilometre per square kilometre, high 
unemployment, presence of an informal public transport, and extreme poverty. 
The country is also a particularly suitable context for studying entrepreneurial activity as 
a poverty alleviation strategy. Mozambique ranks among the poorest countries in the 
world and its recent Poverty Reduction Action Plan (PARP) 2011-2014 has as its primary 
goal to reduce the incidence of poverty from 54.7% in 2009 to 42% in 2014, with a 
deliberate decision that government action must first of all promote “pro-poor” growth 
through supporting micro, small and medium-sized enterprises, boosting their role in 
facilitating linkages between employment supply and demand (International Monetary 
Fund 2011). 
Amongst the actions listed in the government plan to promote employment is the 
maintenance of roads and bridges to preserve the assets inherent in the country’s road 
network. It is the view of the government that a functioning social infrastructure, in terms 
of road network, ensures urban mobility by guaranteeing accessibility of transit services, 
minimizing travel times and distances and waiting times at terminals and bus stops. The 
city of Beira, a large urban centre in central Mozambique was selected to be the research 
setting. Apart from experiencing high unemployment and an extremely limited 
infrastructure, the city also has a deteriorated transport system that is steadily collapsing 
due to the lack of public buses to meet the needs of the community and no funding from 
the central government to improve local roads as a result of enduring rivalry between 
political parties. 
A close affiliation with Despertai Mozambique, a local NGO that offers entrepreneurial 
development programs to the poor, guaranteed access to the social network required to do 
the research. The organization is well integrated with the grassroots religious movements 
and the community at large. As a result, the local staffs were instrumental in facilitating:  
• access to survival entrepreneurs who represented the bottom of the pyramid; 
• reaching the entrepreneurs over multiple waves of data collection; 
• the creation of a trusting relationship between entrepreneurs and researchers.  
Data analysis from a previous study looking at the same group of survival micro 
enterprises broadly identified transport to be a major constraint for most businesses (i.e. 
25% of their time being used to collect goods and raw materials), but did not delve into 
the nature of their difficulties nor assessed possible alternative solutions. That same data 
was used in this study to screen the entrepreneurs who indeed faced transport challenges 
and to help the research team in the creation of ad hoc questions to be used in face-to-face 
and in-depth semi structured interviews.  
Interviews with 22 survival micro-entrepreneurs and focus groups conducted with diverse 
members of the community – including church leaders and government officials – 
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represented the data collection techniques used by the researchers over a two weeks 
period of fulltime participatory observation in the community. Analysis of the data and 
fieldwork progressed iteratively starting from the survey results of the previous study 
which pointed to transport costs as potentially having a significant influence on 
entrepreneurial growth. Subsequently, themes were identified around needs, obstacles, 
and solutions. 
 
Results 
Micro-entrepreneurs 
An examination of the 22 businesses analysed in this study validate the notion that 
transport and logistics are essential to effective business and economic development also 
from the viewpoint of the myriad of survival micro-entrepreneurs operating in developing 
countries. More precisely, these results shed light on the specific difficulties faced by this 
category of entrepreneurs and their implications. To better visualize the multitude of 
constraints that can impact poor micro-entrepreneurs, six cases were selected as the most 
representative of the various scenarios encountered in this study.  
a. Case 1. Selling goat meat: Successful business, but high transport costs. 
Fernando is one of those survival entrepreneurs who have successfully set up a 
profitable and growing micro-business. He has two full-time employees, a licensed 
shop, and profits from the business represent the sole source of income for him and 
his extended family (14 members). Given the size of his operations and the nature of 
the product (fresh meat), Fernando undertakes regular transport from far away as 
goats are not available in the local area. Given the high transport costs he is sustaining 
– nearly equal to his profits – Fernando is regularly saving money to achieve his long-
term goal of buying a truck. 
Goat selling price per unit 2,200 metical1
Goat purchase price per unit 
 
1,200 metical 
Transport cost per goat: 350km (train) 400 metical 
Transport cost per goat: from train station 
to the shop (car) 
300 / 10 = 30 metical/goat 
Storage Free (in his backyard) 
Killing / cutting (employee) 70 metical 
PROFIT 500 METICAL 
 
b. Case 2. Selling fresh fish: High-potential business, but difficult travel on unpaved 
roads. 
Jasse and his wife have identified a market niche in selling high-quality fresh-water 
fish. They operate from home with a regular business license and their customers are 
all habitual. The clientele is growing rapidly through word-of-mouth, but they are 
unable to meet the demand as the unpaved roads to the rural areas where their three 
part-time employees go fishing are in very bad conditions, allowing transit only to 
                                                          
1 Local currency in Mozambique is the New Mozambican Metical (MZN) – 1$US = 30MZN 
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bicycles. Given the strenuous activity of carrying 20kgs of fish for over 70kms 
making it a 6 hours bicycle trip each way, Jasse is forced to pay his employees with 
50% of total catch. Since Jasse does not believe in the local government paving the 
road any time soon, his goal is to eventually replace bicycles with motorbikes. This 
solution would mean more regular trips inland than the current two per week and a 
significant reduction in the percentage of total catch given to the fishermen.  
Catch (60kg) selling price  12,000 metical 
Transport and Fishing (employees) 6,000 metical 
Depreciated bicycles (three) cost 30 metical 
Storage (depreciated freezer cost) 70 metical 
Storage (freezer electricity) 50 metical 
PROFIT 5,850 METICAL 
 
c. Case 3. Selling chicken parts: Sustainable business, but significant time lost on long-
distance travel. 
Cecilia started her business when she was widowed and was able to develop a 
sustainable source of income for her and her father in a relatively short period of time. 
Her idea of selling chicken parts (necks, gizzards, legs) proved successful as no one 
else at the local market was providing a similar product. This allowed her to quickly 
repay her loan, buy a freezer to stock food, and employ a helper for when she travels 
interstate to buy stock. Given the high demand, limited budget, and nature of the 
product, she travels by bus every week to a location 200km south of Beira. Each time, 
she is charged a one-way fee of 300mts, but incurs no cost to transport ‘products’ as 
they are in small quantity. With regard to the future, she is faced with the problem of 
buses running only once per week to her designated area. Therefore, if she is to 
expand her business, she would have to buy more products and consequently being 
charged extra (200 metical/bag) for transport. Given these constraints and her inability 
to find alternative solutions, Cecilia has decided for the moment to diversify her 
product offering and started selling seafood next to chicken parts. 
Revenues from one bag of chicken parts  2,500 metical 
Transport for Cecilia (bus) 600 metical 
Transport product (bus) 200 metical 
Employee (filling in for her at the market 
when she is away) 
100 metical 
Storage (depreciated freezer cost) 140 metical 
Storage (freezer electricity) 100 metical 
PROFIT 1,460 METICAL 
 
d. Case 4. Carpenter: Local manufacturer seeks sharing transport costs to expand his 
business. 
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Frank has always been a carpenter, specializing in beds, and recently decided to seek 
business growth. He successfully obtained a loan, which he repaid in full, but was not 
able to increase his business in a sustainable way due to storage and transport 
constraints. Given the limited space at his house and the difficulty of keeping wood 
dry, Frank cannot hold more than 40 pieces of wood at any given time (i.e. two beds). 
This constraint in terms of storage capacity has severe implications on his transport 
costs which amount to 10 percent of his revenues, plus a significant amount of time 
spent travelling, loading and unloading stock. Every time Frank as to buy new stock – 
generally once per month – he needs to rent a truck. The prospect of having his own 
truck is beyond his means and it would still represent a high cost for his business; 
hence his objective is to find others with whom he could share the cost of renting the 
truck.  
Bed selling price/unit 3,000 metical 
Truck rental 500/2=250 metical 
Gasoline 100/2=50 metical 
Material 12x20=480 metical 
Employee (apprentice) 600 metical 
Storage  Free (in his backyard) 
PROFIT 1,620 METICAL 
 
e. Case 5. Selling maize: Limited buses fit with cargo space make survival in a highly 
competitive environment even more challenging. 
Fina sells corn on one of the main streets on the outskirts of Beira, next to other tens 
of vendors who sell the same product. It is her view that the only way for her business 
to survive is to continue selling the best quality corn available. To do so she has to 
travel 400km twice a month, but choosing the day is not easy as there is a limited 
number of buses making the trip every month and just a few are fit with cargo space. 
When Fina travels to replenish her stock, she usually buys 50 bags of 4-7 gallons 
each. For every trip there are a number of fixed costs she has to consider, which all 
together amount to 4,000 metical (more than her profits). 
Corn bag selling price (50 bags) 550x50=27,500 metical 
Travel (herself) 400 metical 
Travel (empty bags) 200 metical 
Travel (full bags) 60x50=3,000 metical 
Travel (accommodation / meals) 400 metical 
Corn bag unit cost 350x50=17,500 metical 
Storage  2,500 metical 
PROFIT 3,500 METICAL 
 
f. Case 6. Selling satellite dishes: distance from manufacturer significantly lowers 
business opportunity. 
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Benjamin sells satellite dishes imported from South Africa. He does not do the trip 
himself because of the high transport costs (5,000 metical). As a result, he opts to buy 
the products in Beira from a local importer. However, the price of satellite equipment 
in Beira is 3,500/unit, while the same product in South Africa would cost him 2,400 
metical. Given the growing demand for this sort of technology and the services he 
provides attached to the product (installation and fixing) Benjamin has been able to 
sell his products for 5,000/unit. However, there is the risk that prices will drop sharply 
as the local competition grows and ‘regular’ shops reduce their mark-ups. Under the 
existing conditions, Benjamin would need to buy at least five units for him to be 
convenient to travel to South Arica and acquire satellite equipment at wholesale price. 
He is currently looking for other merchants interested in travelling with him to/from 
South Africa to share the costs.  
Satellite pack selling price 5,000 metical 
Travel to/from SA 5,000/5=1,000 metical 
Satellite pack unit cost 2,400 metical 
Storage  Free (at his home) 
PROFIT 1,600 METICAL 
 
Overall, all 22 survival entrepreneurs were affected by poor transport infrastructure in one 
way or another. However, the ones to be influenced the least were those who still 
struggled in setting up a sustainable business, did not have growth aspirations, and 
showed little entrepreneurial spirit. On the other hand, those who made a successful 
transition to micro-business, sought expansion, tried to differentiate their offering, and did 
not rely purely on local importers were faced with great difficulties. 
The entrepreneurs were unanimous in declaring they did not feel they could voice their 
opinions to the local government and/or that their demands were ignored. The collective 
view was that the local government should use future funding to improve services: add 
more buses and reduce prices.  
 
Government officials  
Once the needs of survival entrepreneurs had been identified, the next step was to 
investigate the match or otherwise of our findings with the views of the local government. 
While it is important to realize that the Mozambican government, even with the best 
intentions, would not have the funding required to have a significant impact on the 
existing conditions of the regional transport system, however it seems also reasonable to 
ensure government officials understand the ‘real’ needs of the population so that if and 
when small funding becomes available, it is spent appropriately. 
With regard to funding, political reasons impede the development of infrastructure and 
services in Beira (the second largest city in the country). The Frelimo2
                                                          
2 The Liberation Front of Mozambique (FRELIMO) has been ruling the country since independence was 
achieved in 1975. 
 central government 
in Maputo does not support the major of Beira, who has been in power through 
democratic elections since 2003 when he was first nominated as an independent 
candidate. The friction intensified further when the appointed major founded the MDM 
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(Mozambique Democratic Movement) party. As a result, almost no support is provided 
today to the city council by the state government. This difficult relationship has also 
negatively impacted efforts in seeking international funding. 
Roads are in very bad conditions, but fixing them up to a minimum standard of safety 
(e.g. patching craters) does not seem to be a priority of the local government. This seems 
quite strange given the high number of accidents on roads and the recent stance by the 
government to promote ‘road safety’. Instead, money from taxes will be used to 
modernize the traffic lights system, redraw lines on roads, and implement the new road 
signs to conform to the recently approved national legislation.  
In case further funding will be made available by the central government, the emphasis 
will then be on rebuilding existing but highly degraded roads rather than opening new 
ones. In particular, 70% of the potentially available budget will be used to completely 
reseal old roads, while only 30% will be applied to patch some of the holes. Currently, 
given the extremely limited funds, only major cracks on the roads are fixed and the job is 
generally assigned to workers from the city council. “Corruption is identified as a 
potential problem, but a network of competent and vigilant supervisors ensure the risk of 
corruption to be lower than in the case of using external contractors” (Director of 
Transport, City of Beira). 
In connection with transport availability and costs, there is a great shortage of local buses 
as several of them have recently been diverted to service long distance routes. This 
situation has given more space to informal public transport drivers who can charge higher 
prices. Also the informal sector does not satisfy the existing demand – as minibuses are 
too few and do not have space for large stock – and do not service all of Beira leaving 
certain areas uncovered, especially in the evenings. 
 
Community leaders 
After listening to the needs of the survival entrepreneurs and the agenda of the local 
government, the involvement of community leaders seemed decisive in discussing 
possible collective strategies to be considered by the community in dealing with this lack 
of infrastructure.  
While there was interest in discussing some the alternative solutions adopted by other 
African countries in the past (programs to support SMMEs in the road construction 
sector; schemes to promote labor-intensive public works that offer temporary low-cost 
jobs; community-based infrastructure procurement), none of those could be realistically 
considered in Beira given the absence of government funding. Therefore, it was soon 
clear that any possible solution must have been self-supportive and produced from within 
the community. After a few hours of brainstorming, the conversation continued with the 
inclusion of the micro-entrepreneurs. Their insights were instrumental for the community 
leaders to come up with a proposal that was soon met by the entrepreneurs with undivided 
acceptance. 
Despertai Mozambique, the local NGO set up as an incubator to assist start-ups and small 
enterprise growth among the poor in the community, was identified as the entity that 
‘should’ help solving the transport challenges. The reason for this perception was that 
assistance from NGOs should come not just in the form of credit or training, but also in 
tangible help to overcome all other major constraints faced by micro-entrepreneurs in 
setting up viable businesses. 
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This idea has a number of interesting implications, especially given the fact that the NGO 
is fully locally owned and operated. Apart from the possible redefinition of what the role 
of an NGO should be, this view also links strongly with the CDD approaches promoted 
by the World Bank (2009). More precisely, the proposal that came out from the meeting 
was for the NGO to support its members – the micro-entrepreneurs – to act corporately in 
setting up and running a community operated transport business (Peredo & Chrisman 
2006) capable of easing the challenges of its members while generating profits.  
A step-by-step process was later developed to bring the idea to fruition. This involved the 
development of a business plan to seek the external funding required to buy a truck; 
commitment from staff of the NGO in coordinating routes based on the geographical 
distribution of the entrepreneurs and their suppliers, the frequency of their travels, and the 
physical space required for the merchandise; agreement from the entrepreneurs in 
devoting to the business a percentage of the micro-credit loans they receive from the 
NGO to promote a sense of shared ownership and responsibility. All present also agreed 
to use revenues collected through transport fees and percentage on loans to cover 
operational costs and eventually buying additional vehicles (including bicycles, 
motorbikes). 
 
Concluding remarks and future research agenda 
This study validates the notion that transport and logistics are critical for the survival and 
growth of micro enterprises in developing countries. The limited inventory capacity and 
purchasing power of most micro-entrepreneurs, apart from not allowing increases in sale 
volumes which would reduce unit costs and render goods affordable for the more distant 
customers, also force them to travel frequently and this necessity in a developing context 
carries serious consequences due to the constraints of inefficient transportation.  
First of all, transport is irregular and slow meaning it takes significant time away from the 
business, which translates either in lost sales or having to pay an employee to run 
operations while away. Second, transport costs are high and have a significant impact on 
profits. Third, unpaved or highly degraded roads limit transit not only to public buses, but 
also to private vehicles that could possibly be found in the informal economy. Fourth, 
only a limited number of buses are fit with cargo space. Fifth, poor areas are heavily 
skewed towards trade (Berner et al. 2008) and this means that most manufacturers and 
suppliers are generally located far from survival entrepreneurs. Sixth, there are no 
government support systems or networking events that allow survival entrepreneurs with 
similar needs to get organized in sharing transport costs. 
The discrepancy between our findings and those of the GEM study, with regard to Sub-
Saharan Africa, can at least partially be explained by addressing the disconnection 
between the views of government officials and the needs of survival entrepreneurs, in that 
their opinion – like possibly the one of national experts interviewed for GEM – does not 
represent the core requirements of the general population, but rather the wants of 
established and highly productive firms. By bringing in and confronting the perspectives 
of various stakeholders this study draws attention to the mismatch between government 
policy and community expectations, both in terms of perceived needs and proposed 
solutions. It is not modern traffic lights the most sought after upgrade of the local 
transport system, but rather more buses, cheaper fares, and the possibility of voicing 
opinions at designated forums. These findings can have implications for policy-makers in 
Mozambique as well as potentially other African countries since the majority of the Sub-
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Saharan continent shares similar inadequacies in the formal public transport system and 
analogous needs among the poor. 
Finally the discussion of alternative ideas, as potentially suitable medium to long term 
solutions to smooth the constraints of micro-entrepreneurs displays empirical evidence in 
favour of community-based entrepreneurship over other strategies (Peredo & Chrisman 
2006). While still in its infancy, it will be interesting to monitor the evolution or 
otherwise of the proposal discussed by the survival-entrepreneurs, community leaders, 
and local NGO in Beira. 
While the needs for improvements in the transport system are apparent for the growth of 
survival entrepreneurs, none of the interviewed people seemed to recognize that a poorly 
developed transport infrastructure and unavailability of efficient transport are among the 
main reasons for the prevalence of small firms in Africa, as they create small pockets of 
demand generating small-scale localized producers and merchants (Goedhuys and 
Sleuwaegen 2010). It could in fact be argued that improving local transport will likely 
damage the informal sector as SMEs will find space to grow while survival entrepreneurs 
will suffer or perish (Bigsten & Soderbom 2006). Our results seem to validate this theory 
given that out of all the interviewed survival entrepreneurs, the most affected were those 
who had made a successful transition to micro-businesses, sought expansion, tried to 
differentiate their offering, or did not rely purely on local importers. 
 
References 
Acs, Z. and N. Virgill. 2010. Entrepreneurship in Developing Countries, Foundations 
and Trends in Entrepreneurship, 6: 1-68. 
Adeniji, K. 1983. Public Transportation: A basic need in Nigeria. ITSS Review, 46: 30-
32. 
Aworemi, J.R., A.O. Salami, J.O. Adewoye and M.O. Ilori. 2008. Impact of socio-
economic characteristics on formal and informal public transport demands in Kwara state, 
Nigeria. African Journal of Business Management, 2:72-76 
Berner, E., Gomez, G and Knorringa, P. 2008. Helping a Large Number of People 
Become a Little Less Poor: The Logic of Survival Entrepreneurs, Paper presented at the 
Conference: UNU-WIDER Project Workshop on ‘Entrepreneurship and Economic 
Development: Concepts, Measurements, and Impacts’. Helsinki, Finland, 21-23 August. 
Bigsten, A. and M. Soderbom. 2006. What have we learned from a decade of 
manufacturing enterprise surveys in Africa? World Bank Research Observer, 21:241-65. 
Bloom, N., A. Mahajan, D. McKenzie and J. Roberts. 2010. Why Do Firms in 
Developing Countries Have Low Productivity? American Economic Review: Papers & 
Proceedings, 100: 619-23. 
Chadha, V. and N. Chadha. 2008. A regional perspective on rural industrialisation in 
India: the case of Punjab economy. Journal of Rural Development, 27:213-30. 
Chowdhury, M.S. 2007. Overcoming entrepreneurship development constraints: the case 
of Bangladesh. Journal of Enterprising Communities: People and Places in the Global 
Economy, 1: 240-251. 
ACERE International Entrepreneurship Research Exchange – Perth, 2012 
15 
 
Collier, P. and J.W. Gunning, 1999. Explaining African Economic Performance. Journal 
of Economic Literature, 37: 64-111.  
Damborsky, M. and R. Wokoun. 2010. Location factors of small and medium 
entrepreneurship under the economic conditions of the Czech Republic. Ekonomie a 
Management, 13: 32-43. 
Devlin, J. and P. Yee. 2005. Trade Logistics in Developing countries: The Case of the 
Middle East and North Africa. The World Economy, 28: 435-456. 
Eifert, B., A. Gelb and V. Ramachandran. 2005. Business Environment and 
Comparative Advantage in Africa: Evidence from the Investment Climate Data. CGD 
working paper 56. Washington, DC: Center for Global Development. 
Goedhuys, M. and L. Sleuwaegen. 2010. High-growth entrepreneurial firms in Africa: a 
quantile regression approach. Small Business Economics, 34:31-51. 
GEM (Global Entrepreneurship Monitor). 2010. Global Report. 
http://www.gemconsortium.org/download/1322536783262/GEM%20GLOBAL%20REP
ORT%202010rev.pdf (accessed 29 Nov, 2011) 
IMF (International Monetary Fund). 2011. Republic of Mozambique: Poverty Reduction 
Strategy Plan 2011-2014 http://www.imf.org/external/pubs/ft/scr/2011/cr11132.pdf  
(accessed 29 Nov, 2011) 
Kauffmann, C. 2008.  Engaging the Private Sector in African Infrastructure, NEPAD-
OECD http://www.oecd.org/dataoecd/39/41/41775965.pdf (accessed 29 Nov, 2011) 
Kuratko, D.F. 2005. The Emergence of Entrepreneurship Education: Development, 
Trends, and Challenges, Entrepreneurship: Theory and Practice, 29: 577-97. 
Mason, A.M., L.P. Dana, R.B. Anderson. 2009. A study of enterprise in Rankin Inlet, 
Nunavut: Where subsistence self-employment meets formal entrepreneurship. 
International Journal of Entrepreneurship and Small Business, 7: 1-23. 
Mayrhofer, A.M. and S.L. Hendriks. 2003. Service provision for street-based traders in 
Pietermaritzburg, KwaZulu-Natal: comparing local findings to lessons drawn from Africa 
and Asia, Development Southern Africa, 20: 596-604. 
McPherson, M. A. 1996. Growth of Micro and Small Enterprises in Southern Africa, 
Journal of Development Economics, 48: 253-277. 
Ogbor, J.O. 2009. Entrepreneurship in Sub-Saharan Africa: A strategic management 
perspective. Author House: Indiana, USA. 
Peredo, A. M., and J. J. Chrisman. 2006. Toward a Theory of Community‐Based 
Enterprise, Academy of Management Review, 31: 309‐328. 
Porter, M. E., J. J. Sachs, and J. McArthur. 2002. Executive Summary: Competitiveness 
and Stages of Economic Development. In: Porter, M, J. Sachs, P.K. Cornelius, J.W. 
McArthur, and K. Schwab (Eds), The Global Competitiveness Report 2001-2002, New 
York: Oxford University Press, 16-25. 
ACERE International Entrepreneurship Research Exchange – Perth, 2012 
16 
 
Rogerson, C.M., 1996. Urban Poverty and the Informal Economy in South Africa’s 
Economic Heartland, Environment and Urbanization, 8(1), 167-79. 
Rogerson, C.M. 2000. Road construction and small enterprise development: the 
experience of the N4 Maputo corridor. Development Southern Africa, 17:535-66. 
Roth, G. 1984. Improving the mobility of the urban poor in Richards, P.J. and Hawkins. 
Roy, M.A. and Wheeler D. 2006. A survey of micro-enterprise in urban West Africa: 
drivers shaping the sector, Development in Practice, 16: 452-64. 
Sic, M. 2009. Impact of the motorway Zagreb-split on the regional development of lika. 
Hrvatski Geografski Glasnik, 71:87-101. 
Sohail, M. and A.N. Baldwin. 2004. Community-partnered contracts in developing 
countries. Engineering Sustainability, 157: 193-201. 
Venables, A. and N. Limao. 1994. Infrastructure, Geographical Disadvantage and 
Transport Costs. Washington, DC: World Bank. 
Winters, A. and P. Martins. 2004. When Comparative Advantage Is Not Enough: 
Business Costs in Small, Remote Economies. World Trade Review 3: 347–383. 
World Bank. 2009. Community-Driven Development: Delivering the results People 
Need. http://siteresources.worldbank.org/IDA/Resources/IDA-CDD.pdf (accessed 29 
Nov, 2011) 
World Bank. 2010. The MDGs after the Crisis Global Monitoring Report 
http://siteresources.worldbank.org/INTGLOMONREP2010/Resources/6911301-
1271698910928/GMR2010WEB.pdf (accessed 29 Nov, 2011) 
